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Minnespolis, St. Paul & Sault Ste.Marie
January 20, 1938,
Voltaire, N.Dak.

Rerr-end ccllizion

Freight :Passenger
No. 89 iNo. 3
1016 12713

B9 cara, caboose :6 cars

12 m.p.h. :30~40 mepalle

Tangent; level

Foggy in immedlate viecinlty of
point of accldert.

10145 8.1,
2 injJured

Fpilure of No., €9 to furnish adequate
rear-end protectlion, and action of the
dispatcher in authorizing Train No, 3

to enter an sccupled block undgr a ’
clear manual block signal.
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February 28, 1938.

To the Cormmigsion:

On Januvary 20, 1938, there was a resr-end colllslon between
a freight train and a passenger train on the Minneapclls, St.
Paul & Sault Ste. Uarie Rallway, at Voltaire, N.Dak., which re-
gsulted 1n the injury of one pasgenger and one employee.

Location and methed of oneration

This accldent occurred on the Fourth Subdivision cf the
Minnesota Divielon which extends between Harvey and Portal,N.Dgk,
a distance of 153.8 miles. Tnis 13 a single~track 1line
over which trains are onerated Ly tiretable, trsln orders,and a
manual block~signgl gystem. The accident occurred 1.035 miles
eagt of the statlon at Voltaire; an - roaching thls point from the
east the track ls tangent and prectically level for a dilstance
of more than five miles. A sidling ahout 5,085 feet in length
parsllels the maln track on the sovth, the west switch of which
ls located approximately 300 fecet engst of the depot; the accldent
occurred at a pelint sbout 80 feet enst of the east switch of the
s1d1ing.

The maximum authorized sseed For passenger tralnsg is 60
miles per hour, end for Zrecicat Yroing 50 miles per hour.

Rule 99, in part, encelfics taat waen a teain stops under
clrcumstances in wnich 1t nmay ce overtaken by anotaner train the
flagman must go bacx immediately with flagman's gignals a suffil-
clent distance to insvre full protection. It also specifles that
when a train 1ls moving uader clrcurctanc-: in walch it may be
overtaken by another train the flagnan must take such action asg
may be necessary to insure full protectinn. By night, or by day
whenn the view 1s obscured, liclited fusees must be thrown off at
proper intervals.

Manual-block rule 1 reads as follows: "These rules are not
tole conastrued as affecting Sne rights of any train under the
Timetable or rules of tne operating denartment. They do not re-
lleve trainmen froa the necesaity nof flagging; nor do they re-
lleve employces fron the full otservence of general and apecial
rules, speelal orders, instructiona and bulleting governing the
movement and pretection of trainatl,

Block rule 5 reads as follows: "All trains,unless moved
under the authority of a Permissive Card, shall be apaced fifteen
mlnutes”,
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Block rule 8 reade as Follows: "The operator will set his
slgnal at 'stop! irmedietely after a trein has passed the signal
and hcld following trains until the expiratlon of the time~block-
ing pericd, unleas such traln is socner released by the igsuance
of a Permiasive Card, and a Clearance Card on the signal,or the
signal ordered to 'clear'! by the dispatcher on account of the
train ghead having cleaved the block. When a Permissive Card ig
1ssved 1ts number must be slaced nn the clearsnce card,recorded
and haﬁdled as prescribcd in Operating Rule 221f for all train
orders”,

Block rule 18 reads as follnwa: "When a Permissive Card 1s
lgsved to a train, it must proceed et restricted speed,expecting
to find the block occupled by trein snead",

Restricted speed is defined as: "Proceed nrenared to stop
ghort of traln, obatructicn, o® anytrin~ that may require the
speecd of & tomin tn be reduce.".

Rule @ of the book of rules specifies that when day eignals
cannct be plainly seen, night siegnals must be used in addition,

\

The day limits of ti.r blnck wvwithin wrich thia accldent oce-
curred are Bergen at the cast end «nd Volteire at the west end,
The distance hetween those cfaiticns ig 5.8 miles. It was foggy st
the time of the accident, w .ilch ceccurred at 10:=5 2.m.

Doseription

No. 89, a west-bound thir'-class freight train,consisting
of 69 cars and a caboogz, hauled by encine 101d, was in charge cf
Conductor Farstad and Englnernan Vanek, Thils traln departed fron
Harvey, its initisl terminal, at 2 2.m.,according to the train
shieet, 1 hour late. At Drrke, 253.1 miles east of Voltalre,lt
reccived order No. 21 which dirceted it to run ashead of No. 3
Drake to Voltaire. It derarted from Drake at 10 a.m., according
to the traln sheet, 1 hour late, passed Bergen,5.8 miles east of
Voltalre, at 10:31 n.m., accordling to the train sheet,51 minutes
late, and was procecéing froz the maln track into tne siding at
Voltaire at 2 apecd of about 12 miles per hour when its rear end
was s;ruck by Ho. 3 at a point sobout 80 feet east of the east
swltceh,

No. 3, & west-bound passeanger traln,conslsting of one combi-
nation mall and express onr, one btaIwage car,one coach, one
tourlst sleeping car,sne standandd Pullepan sleening car,and one
cale-narlor cair,in the urier named, hauled by englne 2413, wag
in charge of Conductor Crnonquist and Ergineman Balow. At Hprvey,
order No. 21, nreviously mentioned, wne recelved,and the trein
departed from that point at 9:45 a,m., accorélng to the train
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gshcet, on time;1%t passed Bergen where 1t recelved a clear block
indication, at 10:39 a.m., 1 mlnute late, and while travelling at

a speed of between 30 and 40 miles per hour it eollided with thdf
rear end of No. 89 near the cast swiltch of the slding at

Voltalre.

Engine 2713 and its tender were deralled, and stopped up-
right 256 feet west of the point of ncclident with the engilne
truck between the main track and the siding. The leadlng truck
of the first car of No. 3 wag deralled to the south. The caboose
of No. 89 was demolighed; the two rear cars stopped on thelr
gldes north of the main track, and the next three cars stopped
on thelr sldes south of the sidlng. All five of these cars were
extengively damaged and were subsequently destroyed. The sixth
car ahead of the caboosc was deralled and off center. The
employee injured was the flreman of No. 3.

Summary of cvidence

Conductor Farstad, of No. 89, stated that order No. 21,
authorizing No. 89 to run ahead of Nos 3 Drake to Voltalre,was
recelved at Drgke. At Bergen the traineorder slgnal was 1n clear
position when hls train passed that point at 10:130 or 10331 a.mn.
The train stopped et 10:37 or 1038 a.m. to enter the eastesiding
gwitch at Veltaire. He knew that No. 3 was due out of Bprgen at
10238 a.m. The weather was clear from Harvey to Bergen,but
shortly after the engine had started to-move Into the siding at
Voltalre & heavy bank of fog enveloped the caboosge and he ine
structed the flagman and the swing brakeman, who were in the
cupola,to drop a fusoce. The flasman tnen 8tuck a burning fusee
in the side of the caboose but dropped 1t to the track when in-
structed by the conductor to do so. Conductor Farstad saw the
burning fusee betweeh the ralls but after the traln had advanced
an agditional dlstance of about 40 car lengthsg, he lost sight of
1t. f¢ then lighted another fusec, and with it in his hand he
alighted from the caboose nt a piint about HOO feet east of the
east switch., He could seec the hoadlight of No. 3's englne a dis-
tance of 25 or 30 car lengths and he zave stop signals wifh the
fusee until that train had passcd nia, He did not instruct the
flagman to give roar-end protection because he thought Ng. 3
would lock out for No. 89 when running under a run-ahead ordcr.
On previoug occaslong when running ahead of a passenger train on
authority of a train order, the passcnger tralng had maintained
a short gpace behind hile train., He was familiar with ruic 99 but
1t had not been custommry fdr him to furnish rear-end prdtection
when ehtering a siding,

Rear Brakeman Boberts, of No. 89, corrcoborated the ztatement
of the conductor in all esgentinl detalla. According to past
practice he sald the run-ashead order would be practically suffi-
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cient protectlion against No. 3 and that in gimller situatlions on
previous occaslons passenger trains hacd kept about one-~fourth

mile behlnd the freight train. He s<id that although no actlon

was token to protect the rear end before the traln stopped to
enter the switch at Vortalre, there was ne reasgson why he covld

not have gene back a sufficient distance to insure full protectlon;
however, he had conformed with fthe ususl and gencral practice that
has been recognized as proper ever sgince he had gtarted to work

on taat division.

Swing Brakeman Hance, of No. 29, corroborated the stotements
of the conductor and the rear orakcrman wlthh respect to the events
up to the time of arriving at the enst swltch at Voltalre, at
whichh timo he went forward over the cors and had reached n midway
polnt when the accldpnt occurred. When the train started to head
in he looked back from the cupola cf the cnbooge znd sow No. 3
coming arocungd the curve 2%t Bergen.

Engineman Vanek and Fireman Hallin, of No. 89,stated that
the bLrakes were tested at Harvey -nd functioned properly en route,
Their statements conceming the weatn:r were in conformlty with .
the statements of the cther members of the crew. Their train
had nroceeded into the sldling at Voltaire a distance of about
58 car lengthe when the saccldent cccurred; at tnat time the
speed was about 12 miles per hour. Engineman Vanek said he 6ia
not whistle out a flagran approacrhing the cast switch, but he
believed that under the conditinng nrcvalling at that time he
ghould have done so.

Engineman Bnlow, of No. 3, stated that a running test of
the brakes was made leaving Harvey and they functioned properly
en route, He received order Ko. P21 n. Hgrvey and understood its
providlons. Because of a curve to tw: Jeft approaching Bergcn
he was unable to see the tr in-order signal at that point but the
Tireman informed him tnat 1% wa: 1r the clear position., No Por-
missive Card was received at tnig point. The weather had been
clear cn route but at a poirt 2ot tvo il one-half miles
west of Bergen they ecncountored -~ dennc fos and he made a service
application of the brakes which rcduce? the speed to 35 or 40 mlles
per hour. He was experting to rccelve gome protection in the fog
in cose a train should be nhead. He 11d not encounter any fusees
or torpedoes between Bergen and Volt-ire until at a distance of B
or 10 cor lengths ahesd he got aig first glimpse of the cnboosgse of
No. 89 upon which there was a burning fuseec. At thig tims the
speed wng aﬁout 40 niles per nour sad he applled the brakos in
encrgonecy. He then saw somgone Jlump from the cabeoss nnd the
colllision occurred immediately thereafter; at that time the speed
of his train had been reduced to about 30 mileg per hour. En-
ginennan Balow stated that the run-ahead order 418 not restrict
hio from maintaining schedule tine.
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Fireman Kirkham, of No. 3, corroborated the statoment of
Engineman Balow in ail essecntial detnils. He s~1d that ho turned
onn the headlight when the fog wns cncountered. He also sala the
merkorg on the ceboosc of No. 89 werc not buming. Ag soon as
he nlighted Trom the engine after the accldent, he saw Brokenan
Roberts approaching from the east.

@

The gtatements of Conductor Oroonguist, Flagman Tollund, and
Brakcnan Myers, of Nn. 3, were to the effect that the specd was
about 40 or 49 rniles per hour at the tise of the accldent, ond
that the fog disapjeared shortly thercafter. They did not seo
any fusees, or hear any torpcdoes expleded east of the point of
acaicont,

Agenteoperator Cumming, locaoted at Bergen, stated thet vhen
No, 89 passed that station at 10:31 a.m., he reported the fact
to the digpatcher and immedlately placed the train-order signal
in the stop positlon where it renatned untit 10135 a.m., vhen the
dispotcher instructed hin %o give No. 3 a clear signal. The dis-
patcher explained to the operator that No. 89 had an order to run
shend of Kp. 3 to Voltalre.

Digpatcher Jones, who was on duty at the time of the eccident,
stated that at the time he 1ssued order No. 21 to No, 3 and No.89,
the weather at all reporting statinns was clear. The run-ahesd
order was lessued begeause there was no giding between Drake ond
Voltalrce on which No. 89 could clcar. He instructed the oper-
ator at Bergen to clear his signal for No., 3 beecause durlng
clear weather a run-ahead order elinlnated the necessity of
blocking tralns; he admitted there wns no rule to that effect
but 1t had been a custon on thisg raillrosd for mmny years. He
hnd scon o hotice from the chief dispatcher, dnted Décettbor 7,
1937, instructing dispatchers that since there was snow on tho
ground, orders authorizing freight $trains to run nhe~d of possen-
gor btraing must not be lssuel unless the passenger traln was i
blocked behind the freight; also, that dispatehers nust net issue
Pormisgsive Cards to passenger tralns, but must hold then 15 nip-
wtes bchind frelght trainsg. However, he s013 thls notlee dlsaap-
ponred within s feow dnys after it was 1lssued.

Chief Dispatcher Fornoe s~14 that the instructions vhich he
tasucd to the dispstchers on December 7, 1937, were for {ie pum
poge of adlltional precaution. It wng his understanding that o .

rab~ohend order in no way affected the block rules and had thought
that all the dispatchers understood it the s~mo as he, until after
the tlae of the aceldent when he founZ that Digpatcher Jones did
not go understand it.

Rules Examiner Princell sald that the run-shend order could
not be entirely eliminated and that 1t was left un to te judr~
nent of the dlepatchers when to use 1t, but 1t ha? never beon the
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practice to assume that the hloex rmiles are set aslde when thisg
order 1s uged. He also said that this order gave the train ahead
no protectlon and that 1t must glve rear-end protection in ac-
cordence with the requiremente of rule 99, The only effect of
tne run-~ghead order lg to temporar:ly cqualify the rule which re-
quires an inferior train precedine a surerior train to clear the
time shown at tne first station ir the rear.

Digcugsion

The track from Bergen to Voltoire 13 stralsght and level and
for that reasen the crew of bho. 8% 411 not furmlsh flag protec-
tlon approaching che 2ast switch at Voltsire; furthermorc, tho
cenductor and flaguen of this t.2ln w:re nf the opinion thot they
woere not required to furnish -»otection when holding a run-ahead
orcer and that the following tx- L. romed in guch an order w2s re-
quircd to look out for tre prcccdi .z trein, However, a dense Tog
wag encountercd about 2-1/2 milcs ¢o~t T Voltaire and shortly
aftcr No. 89 startcd to head wnto the siding ot Valtaire a
lighted fusec was dropped between the rnills ot a voint 50 or
85 cer lengths east of the switch. Another fusce was lighted
and held by the esnductnrs wher e clighted from the cabooge
at o point about 80C Teet eazt of the e'st slding-switen. The
eigjne crew of No, 3 cxnceted tha® No, 89 would furnish _rotec-
tlon.

Nos. 89 pacsed Bergen ot 10:31 <.m., ond 2lthough 1% wos
gt11l in the block vhen 'e. 3 pasecd thait station at 10:139 a2.m.
Noed3 was glven a clear bleck uncder ingtructiong from the dig-
patcher. Undecr the rules one of tinirce methods ghould have becn
used in permitting No. 3 to pass 3ergen: First,hold No. 3 until
10:46 a«m.; second, lasue 2 Permigoive Card to No. 33 thard,
hold No. 2 at Bergen until No. €5 ves reperted by, or in the
clear at, Voltalre, provided this was acromplished before 10146
asll. The chlef dlapatcher had issued inatructlons under cate
of December 7, 1937, which gliminatcd the secrnd methods The
dispatcher wns of the opinlon that & run-agherd order suspended
the block rulee wlth respect to thne followineg train but he could
not cite a rule to that cffoct; howsever, he srid thrt this in-
terpretation had bacn accepted for o loag time on this railroad,
If No. 3 had hecen held £ar 10 minutes at Berzen, No. 89 would
have had time te g0t inte cleorr af Valtsire; if the Permigsive
Card hafl beon Lgsued to Ho, 3 ¢t Bargen. that train woudd have
becn reguired to oporato et roatri-ter swoed from Bergen to
Voltaire and in ecither case 3t g »robable that the accident
would hove becn averted.



In thig ecasc the dispatcher nullified the greater degrec of
pafety which was lntended to be provided by the block system,when
he ingtructed thc operator at Bergen to clear hils signal nrior to.
the explilration of the time-blocklng perlod, thus signifying to
the cnhgineman of No. 3 that at lepst 15 minutes had clapscd sglnce
No. 89 passed that point,or that No.8S had alrcady passed Vol-
taire or wags in the clear at that point.

The following cxplanation appenrs under exomnle 3 of Traln
Order Form B:

The firste—named troin will run nhead of the second-
named trein between the points named.

Both the rules exsminer and tae chlef dlgnatcher said the
ilgsuance of a run-aheod order in neo way offected the block rules
and they thought 1t was genernlly so undersgtood. The book of
rules exeminer further stated that the run-ahead order in no way
reliceved No. 89 from giving rear-end protectlon in accordance
with rule 99.

All of the emaloyecs involved had long-time service rccords
and had been oxamined on fthe operating rules wlthin the Hest 2
years; howgver, thisg investigation decveloped the fact that neither
among the emnloyees thomgelves nor between the officlals and the
employeccs wag therce a common understanding of the rules.

In additlon to thisg accldent, four rcar-cnd collislons hnve
becn renorted as having occurred on thtg railroad sincethe month
of August, 1935. In the safe operotion of trains it 1s of pars-
mount importance that all cmnloyecs engnmed in train operation
have » uniform understanding of the rulss, and it 1s incunmbent
upon the reapongible officlals to teke whatever mecasurcs ooc ne-
cessary to malntaln a current proper understanding of such rulcs.

The manual block-~signal gystem in use on thig portion of the
roilroad 1s operated 1ln such a manner thet unless both trring in-
volved are passenger trains o train may be given o clear block-
indicetlon while the block is sgtill cccupled by another ftrein
moving in the same dirccticn, provided only thot the proceding
trrin has been in the block for at Jeast 15 ninutes prior tothe
time the following train entcred the block., Under such a system
a clear block-indlention gilves no definite informntlion concernling
occupancy conditinong within the biock linitag.

During the thirty day neriod precceding the drte of the neccl-
dent, a dally average of 7.5 trailns were opernted over this terri-
tory.
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. Conclusion
Trailn
This aczident uas crused by the fallure of the crew ol /No.
89 to »srovide adequote resr-end protcetion nd by the accion of
the dispatcher In autaorizing Troln 8o, 3 o center an occunied
block unler a clear manual block simnal.

Respectfully submitted,

W. J. PATTERSON,

Director.
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